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‘‘DAMAGE TO OTHER VESSELS’’ 


>Recent investigative reports indicate the need to alert all personnel who operate Coast 
Guard vessels of the procedures which must be followed in the event that damage occurs 
to another vessel as a result of the operation of a Coast Guard vessel. In each case 
the commanding officer or coxswain shall make every effort, compatible with operational 
requirements and the safety of his own vessel and persons on board to: 


Stop and render all practical and necessary assistance to persons on 
the other vessel. 


Inspect the other vessel for damage. 
Learn the identity of the owner of the damaged vessel. 


If not present, at the scene, notify the owner of the vessel that 
damage has occurred. 


Identify yourself and the Coast Guard vessel to the owner of the 
damaged property. 


The foregoing requirements are set forth in the law, specifically under section 16 of 
the Federal Boat Safety Act of 1971 (85 Stat. 220, 46 USC 1465) and under section 1 of 
the Stand - By Act (26 Stat. 425, 33 USC 367). 


ON SCENE is a SAR publication published by the Commandant, U. S. Coast Guard as a 
source of information concerning current and proposed procedures as well as new develop- 
ments in SAR. Articles contained herein are non-record and non-directive. 





BARKENTINE BEAR 


If wooden ships have hearts of oak, 
And I believe they do, 

I know of one whose stout heart broke! 
I'li tell the tale to you. 


BEAR, an ancient barkentine 
Whose years topped eighty-nine 
limping southward, old and green, 
Upon a tow-tug's line. 

Her destination? "Shame!", she cried, 
"I'm going to be a pub, 

A rest'rant!: (Chicken? Stewed or fried?) 
A gin mill! There's the rub!" 


She lay back on the cable then 
And dreamed of all her past 

Of gales and ice and shouting men, 
Taut canvas in the blast, 


The shriek of wind, the sting of sleet, 
The green seas sweeping back, 

The clinging seamen with their feet 
Braced on the foot-rope track, 


With bellies pressed against the yard, 
Chilled fingers clutching sail, 
And elbow movement slowed and hard 
By wind on raincoat's tail. 


She thought of evenings still and bright 
Locked in Antarctic pack, 

Ice-blink ahead, and blue-black night 
Behind her in her track, 


When Byrd and English paced her deck 
With anxious eyes ahead, 

While Ben Johansen said, "By heck, 
Ve'll push trou or ve're dead!" 


Then Cruzen (now it's forty-one) 
Fought through to Biscoe Isles 
To free the men on Stonington, 


Of ice-locked sea BEAR could not break, 
So in a patched up plane 

The East Base men, a chance to take, 
All reached the ship again. 


Her thoughts they flew back sixty years 
To Bering Sea Patrol 

Her fights with poachers, British jeers, 
And heavy whale-ship toil. 


Her years of aid to Barrow town 
And starving Aleuts, 

And murderers at her yard-arm 
A'hanging in their boots. 


Now, back to present, and the gale 
Off Nova Scotia's shore 

The seas run high, the tug men pale, 
"Old BEAR can't take much more:" 


Old ships have souls, some sailors say, 
And some have died of shame, 

I'll not contend this, either way, 
And I will place no blame 


But tell you just what seamen saw 
Aboard that towing ship. 

The BEAR heaved back, began to yaw, 
Her bow commenced to dip. 


Then with a muffled, mighty sigh 
Her seams all opened wide, 

And with her colors gaff-tip high 
She plunged beneath the tide! 


"West Over Sea", the Vikings said, 
When funeral was planned, 

With chieftain lying midships, dead, 
Full armored, sword in hand. 


I'll always feel, as some will voice 
Who worked that ship with me, 
That she went down by her own choice, 


One hundred forty miles. The BEAR, West Over Sea! 


by Richard Blackburn Black 
Rear Admiral, USN Ret. 
21 March 1963 


Barkentine Bear, sank 2010 GCT 19 March 1963. Latitude 42°-07' N., Longitude 659-50! W. 


Editor's Note: It is 15 years since the former cutter BEAR sank on the end of a tow 

Line in the North Atlantic. The okd ship, after nobky serving the Coast Guard and Navy 
fOr many years, was on 4ts way to ending its years as a restaurant. Sailors were awed 

when the BEAR gave up the ghost and died. AL thought it was a fitting stroke of 
novidence that s0 famous a Ship Should thus end its days rather than suf fe 

ignoming of 4ts planned end. RADM Black who served on BEAR Sent the Coast 

above poem just after the sinking. We feek its fitting to print it on this 

ANNAVENSALY. 
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RECOMMENDATIONS FROM A 
MARINE CASUALTY INVESTIGATION 


A Coast Guard Marine Board of Investi- 
gation, convened to look into the capsizing 
of a charter fishing boat being towed 
across a bar by a Coast Guard boat, made 
the following recommendation relative to 
the search for survivors. 


RECORD OF IMPORTANT LOCAL KNOWLEDGE 


The recommendation was that the in- 


formation available through local knowledge, 


search and rescue debriefings, search plan 
analysis, and data on current movements in 
the coastal areas of high search and rescue 
potential be compiled for handy reference 
so that search efforts can be more effec- 
tively coordinated to predict water surface 
movements at various stages of tidal and 
wind conditions. 


What this recommendation calls for is 
a local data book on wind and current 
effects based on experience which could be 
helpful in future cases. This is the kind 
of information usually summed up under the 
term "local knowledge". The recommendation 
has a significant point to the effect that 
as such local knowledge of the effect of 
winds and currents is gained, it should be 
recorded for future use. Too often valu- 
able information of this sort is not passed 
on as personnel change in Rescue Coordi- 
nation Centers or at Groups and Stations. 


Since this possibility has been raised 
in the past, some units may already have 
developed a systematic method for obtaining 
and retaining important local knowledge. 

If so, send a copy to your ON SCENE editor 
sO we can pass your ideas on to others. 


NTSB RECOMMENDATIONS 


In a separate investigation of the 
same case, the National Transportation 
Safety Board also made a number of recom- 
mendations about the SAR aspects of the 
incident. Among these are the following 
two which will be commented on in this 
article. 


SELECTION CRITERIA 


The Board was critical of the fact 
that an aircraft was not dispatched sooner 
in the case to help the motor ifeboat 
locate the disabled charter boat. Arguing 
that, if this had been done, a delay in 
location would not have occurred and thus 
the tow across the bar would have occurred 
during daylight and during better bar con- 
ditions. An equally valid arguement could 
have been made that, since bar conditions 
were at their worst when the tow was 
attempted, the crossing attempt should 
have been delayed. However, the point 
that the NTSB recommendation made was that 
the Coast Guard should evaluate the rela- 
tive search capabilities of its boats 
and aircraft and develop criteria for the 
selection of each. In order to cope with 
the intent of this recommendation all 
personnel with responsibility for dis- 
patching search units need to give careful 
attention to the criteria for selections 
given in Paragraphs 310 through 314 of 
the National SAR Manual and consider how 
this criteria should be applied to the 
special circumstances of the cases that 
occur in their area. While it is clear 
that an aircraft should be dispatched with 
a surface unit whenever the case is one 
of immediate danger, it is not as clear 
when this should be the normal thing to 
do in cases where immediate danger is not 
present. Accordingly, it would be well 
to assess the pecularities of local cases 
so as to develop guidance on those circum- 
stances which call for the immediate dis- 
patch of aircraft or other specialized 
craft when a call for assistance is re- 
ceived from a craft which is not in 
immediate danger. 


MISSION CHECKLIST 


In another recommendation the NTSB 
called for the establishment of compre- 
hensive checklists to insure that personnel 
evaluate important SAR circumstances and 
carry out established safety procedures. 


Contd...on 
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Do you have questions concerning 
SAR? If so... 


Dear Albert: 


Your article on CASP in ON SCENE 5-77 reminded me of a problem I have had when using the 
system. On a recent major case which involved 12-15 units daily, the computer accepted 
all of my inputs and provided an answer, but it seemed totally illogical. We continued 
searching the areas of highest probabilities and found the survivors, but I'm convinced 
CASP didn't help - we just "lucked-out". Shouldn't CASP provide a logical answer? To 
further explain - the area was as shown below. Because of the limitations of the REC 
program I submitted two REC programs of seven areas each (seven for the northern part 
and seven for the southern). Even though both areas were searched with the same sweep 
width and track spacing CASP kept telling me to re-search the northern area. Drift was 
easterly. 
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You "hit the nail on the head" with one word - LOGICAL. The computer search planning 
programs were designed as a "tool" to aid the planner. If the computer gives you an 
answer that appears illogical its time to examine your inputs because although errors 
have been found in CASP (and corrected), you have probably made an error somewhere 
along the line. We recently reconstructed a complex case and discerned an error in 
format. I'll pass this along as it just may be the answer to your problem. 





The first step in examining a case where CASP was used is to reconstruct a flow diagram. 
Theirs looked something like this: 


ARA 

0106002 \ 
POS DFT COM REC DFT 
0106002 | | 1006002 | >> |_ 1006002 | > |, 11006002 —P 1 1106002 


TRK 
1006002 


Everthing was fine up to this point. All scenarios were combined and drifted from 
010600Z to 100600Z. The area was searched using five aircraft then drifted until 
110600Z. The problem occurred when the controller added twelve searches on the llth. 


REC 
1106002 (10 areas) 
—_ 
REC DFT 
1106002 | } 1106002 
——— > 
REC 


Their flow diagram looked like this: 


1106002 (2 areas) 


The REC program limits the individual areas to 10 so it was necessary to create 

another REC file to include the two additional search areas. A REC file, when created 
will assume as its identification the date-time group of its input file. The controller 
used as input for both REC programs the same input (DFT) file. Now, two files of the 
same name and identifying number just cannot exist. For example, when constructing a 
case scenario with two possible positions if POS #2 is submitted with the same date-time 
group as POS #1 the latter will be "written over" and be replaced with POS #2. In the 
case of our example the controller created the first REC file from the probabilities 
that existed in the DFT 1106002 file. 


The computer assigned an ID number (DTG) of 110600Z. When the second REC was needed to 
account for the two additional areas, the controller used the same input file as the 
first REC. This created a REC file with the "ID" number of 110600Z. Since two files 
of the same name and number cannot exist the first was written over. His flow diagram 


now looked like this: -— 
DFT 
1106002 


REC 
1106002 (2 areas) 





As far as the computer was concerned, 
searched. 


the 10 areas included in REC #1 were never 


What the controller should have done was use REC #1 as input file for REC #2 like this: 


DFT 
1106002 


Sw 


(10 areas) 


REC 
1106002 


REC 
1106012 


(2 areas) 


—In this case, the computer would have added one minute to REC #2 and both REC files 


would have been created. 


a PTH of a PTH, 
call for the added minute. 


The second REC file now contains the DFT file corrected for all 12 search areas. 
is the file to be drifted to the next day for planning further efforts. 


The additional minute is added automatically when an input 
and output file would have the same ID if the minute were not added. 
and a COM with a COM as the latest DTG, 


A REC of a REC, 
are the three situations that 


This 


Keeping your flow diagram up to date not only prevents confusion and mistakes, but helps 
your relief take over and continue your good work! 


This may or may not have been you problem. 
telephone number is (FTS) 264-3313 or 


MARINE CASUALTY INVESTIGATION 


What is being accented here is the need 

for SAR mission checklists as envisioned 
by Paragraph 621.b of the National SAR 
Manual. The purpose of such lists is to 
insure that a step-by-step course of action 
is followed in prosecuting SAR missions. 
Rescue Coordination Centers have had such 
checklists for many years. SAR Coordi- 
nators should take a close look at the 

SAR facilities under their command to 
determine which of them should also develop 


(Autovon) 


If you have any questions just call - our 


796-3313 


Sincerely, 


Continued from page 4 


mission checklists for the particular 
mission their units engage in. 


POSTCRIPT 


These are not all of the recommen- 
dations affecting search and rescue re- 
sulting from this particular casualty in- 
vestigation, but the others are being 
dealt with in other ways. 
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SAR DOGS 


Editor's Note: Over a number of years, the 
techniques of using dogs to find Lost 
persons has become more and more sophisti- 
cated. The below item is reprinted from 


tivity report of the INLAND SAR Co- 


17. a0 
Gre GAC 


ondinaton's RCC (AFRCC) to give our readers 
how dogs are being used in 


an idea Of ' 
ground search. The snformation may be 
useful in those cases where they become 
invokved in overland search. 

During the past year, 31 of 143 
missing persons missions in which the 
AFRCC was requested to provide assistance 
were resolved due to the participation of 
search dogs. In all cases the request 
for specialized search dogs came from the 
law enforcement officials having the juris- 
for search. In the remain- 
date, nine were sus- 
person being located. 
missions, 8 persons 
located deceased, 6 were saved and 1l 
were assisted. Those assisted were located 
uninjured or were not yet in a life or 
death situation, although concern for their 
safety In 16 of the 
31 missions, military or CAP transportation 
of dogs and handlers was utilized to in- 
teams into the search effort. 


diction ground 


ing 31 missions to 
pended without the 
ff the remaining 22 
were 


had been expressed. 


sert tne 


In accordance with Department of 
(DOD) Regulation 4515.13R, the 

AFR has authority to request DOD support 
specialized SAR teams 
mountain rescue teams, etc.) 

and FROM ths of the search mission. 
If ARRS airlift is not available, trans- 
n will be from other 

The recipient 
etc.) 

All 
borne by the 


Defense 


in ¢ ‘ 
in tran 


porting 
(dog 


teams, 


scene 


requested 
x DOD resources. 
irlift (sheriff's department, 


sed a “user charge". 


ts will be 
that provides the trans- 


had continuing contact 
the 
(ARDA) , 
(WOOF) . 


organization head- 


log organizations: 


, Ac 


og Association 


nders, Inc. 
n-wide 
Seattle 


rrom 


area with member 
WOOF 
associated with 


coast to coast; 


ocalized and is 


the El Dorado County Sheriff's Department 
which is located northeast of Sacramento, 
California. Undoubtedly, there are other 
capable organized search dog teams avail- 
able throughout the United States; however, 
ARDA and WOOF are the most commonly used 

by the AFRCC. We will gladly include 

other teams to our resource files when 
notified of their location and capabilities. 


These dog teams differ from the 
traditional nose-to-ground tracking dogs 
in that they are "air sniffers", and 
search by sniffing the air currents. 
dogs are trained to find the source of 
human scent in the area and have located 
missing persons trapped under debris from 
tornados, hurricanes, earthquakes, floods 
and avalanches. The dog and handler train 
continually and are prepared to operate 
in the field for several days. Handlers 
are trained in first aid, map reading, 
survival, environmental hazards, terrain 
analysis and search techniques. Refer to 
Attachment 3 for examples of DOD dog 
transportation in support of missing 
persons searches. 


The 


We want to emphasize that the dog 
teams are volunteer organizations and 
will be provided at no cost to the using 
agency. It is vitally important that state 
and local officials be aware that federal 
assistance is available to provide 
specialized SAR teams should those re- 
sources not be available in the local 
area. The specialized teams will work 
under the direction of the officials 
having the legal jurisdiction and respon- 
sibility for the search. 
SAR DOG MISSION 


SUMMARIES (Attachment 3) 


15 June 1977-Yosemite National Park 
requested assistance from El Dorado County 
Sheriff's dog teams to search for a seven 
year old boy who wandered away from the 
family's campsite earlier in the day. 
AFRCC was contacted with a request to 
provide transportation by helicopter. 
NAS Fallon was contacted and accepted the 
mission as Park Service ground teams con- 
tinued to search through the night. The 
Navy UH-1N launched at 0400 in the morning 
to pick up the dogs at Truckee and South 
Lake Tahoe in the Sierras. The dog teams 
were transported to Yosemite National 


The 





Park and within two hours after the start 
of their search the young boy was located 
approximately five miles north of the 


family's campsite. As the boy was moving 


north towards a wilderness area it is 
highly unlikely that he would have sur- 
vived had it not been for the SAR dogs. 


27 June 1977-The Westmoreland County 
Sheriff in Montrose, Virginia was conduct- 
ing a search for a 75 year old man who had 
disappeared from his home. The request for 
federal assistance was relayed through the 
Virginia Office of Emergency Services and 
initially consisted of army helicopters 
and CAP ground personnel. On the 29th of 


NAME CONFUSION 


Recently a CB REACT unit reported that a 
"Mayday" from a F/V "CAPT SAM" had been 
received on channel 11 CB. A position was 
given along with the information that the 
crew was abandoning ship. A combined air 
and surface search was launched, a UMIB 
issued, and an EXCOM made. All proved 
fruitless and the active search was sus- 
pended on the following day. 


Two days later a report was received that 
a F/V "CAPT STAN" was overdue. The CAPT 
STAN's intended course passed close by the 
position given by the sinking CAPT SAM. 
Efforts to locate the CAPT STAN were com- 
menced. While these efforts were proceed- 
ing, a passing motor vessel located two 
survivors and one deceased POB in a life- 
boat. They were from the CAPT STAN. A 
fourth man had died the first night after 
the sinking. A debrief of the survivors 
revealed that the "CAPT SAM" and the "CAPT 
STAN" were one and the same. 


Apparently the search was suspended be- 
cause the existence of a F/V CAPT SAM 
could not be confirmed. At present the 
basis upon which the decision is made to 
terminate a search is usually derived 
from a subjective evaluation of the cir- 
cumstances surrounding the case. Cer- 
tainly one of the circumstances would be 
the existence of the search subject. It 
is recognized that hoax distress reports 
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June the AFRCC coordinated with the 
sheriff's department to determine whether 
SAR dogs had been utilized. The sheriff 
was receptive to SAR dog use and the AFRCC 
contacted the American Rescue Dog Associ- 
ation. The 106th Aerospace Rescue and 
Recovery Group (NY Air National Guard) 
transported the five dogs and seven 
handlers from Albany, NY to NAS Patuxent, 
MD, where Navy Helicopters were waiting 

to transport the team directly to the 
search area. Within 24 hours of arriving 
on scene the elderly gentleman was located 
in good condition by the SAR dogs. DOD 
resources were again utilized to transport 
the dog teams back to Albany, NY. 


are not uncommon, especially over the CB 
net. However, search effort is another 
consideration. In this case, Monday 
morning quarterbacking indicates that the 
effort expended was not sufficient and 
continuation of the search may have proven 
fruitful. 


An important aspect of this 

noted is the role played by 

unit. Apparently the REACT unit was 

only contact made by the CAPT STAN. 

body heard his "Mayday" on channel 16, 
VHF-FM, but the CB REACT unit, approxi- 
mately 700 miles away, did hear him. 
These "skip distance" communications on 
CB do occur from time to time and must be 
taken seriously. 


It is very unfortunate that the REACT 
unit did not get more and better infor- 
mation. Coast Guard SAR units should 
establish good liaison with CB REACT 
units in their areas. They should pro- 
vide the REACT units with marine emergency 
information forms to enable them to 
solicit the necessary facts. In this 
case if the name of the vessel had been 
spelled out, the mistaken identity would 
not have occurred. If the name and 
address of the vessel's owner, operator, 
or POB had been obtained, the EXCOM 
would have probably been more fruitful. 
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COMING IN THROUGH THE SURF 
By CWO R.V. Alred, USCC 
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danger when running before a broken sea 


is that of broaching to. In this 
ir utmost 


attention must be directed to proper boat handling. 


a boat to broach-to when her motion is in the same direction as that of the 


She opposes no resistance to it, but is carried before it. Thus the effect of a 
or wave, when overtaking her, is to throw the stern up and depress the bow. If she 
not have sufficient inertia (proportional to her weight) to allow the 
i I in an unsafe mode. 
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If a boat being overtaken by a heavy surf or sea is in the unsafe mode described, her 
stern is raised high in the air and the wave carries her before it on the front, or un- 
safe side. The bow, being deeply immersed in the hollow of the sea, where the water is 
fairly stationary, offers resistance while the crest of the sea having motion which 
causes it to break, forces the stern onward. If the buoyancy is lost forward, while 

the sea presses on the stern, the boat will be thrown end-over-end (pitchpoled). Or, 

if the buoyancy forward is such as the 44' motor lifeboat, which inhibits the bow from 
being submerged, the resistance forward acting on one bow, may Slightly turn the boat's 
head, and the force of the surf would then be transferred to the opposite quarter. This 
can cause the boat to be thrown broadside (broach to), and possibly capsize. 


Much information is available on surf conditions and procedures to follow on open 
beaches. This is not the case for inlets and bars, although there are some publications 
which address the subject in part. Below are some primary rules for running before a 
broken sea or surf. However, no set of rules will provide you with the knowledge and 
skill required to run before a broken sea or surf. Only through study and understanding 
of available material, training, and practice---coupled with local knowledge can a 
oxswain achieve the necessary skill. 


Ll. Know your boat. Can it match the speed of the sea? If not, can it be maneuvered to 
let the overtaking se: ass under it. "When in doubt, stay out!" 


>) 


2. Once the decision is made to enter, stand off and observe the wave trains. 


until a big one has broken or spent its force and then run through behind i 


2 


D. Position 


staying clear 


caught on the dangerous front 


square 


overtake you, slow down and let i a you and break 


of the curl! 


PASSING A TOWLINE WITHOUT 
PUTTING IT IN THE SCREWS 


The back-down approach (figure 
4). 








fouled 


cases happs ' 
proach used improperly can ruin 


number 4 (the back-down) is 
to get you into trouble---it 


the towline. 


reserved for tow trucks, not 
The tow truck can nicely take a 
Crossing fore-and-aft position in front of a dis- 
The 45° proach (figure 2); abled car, back down and stop. The opera- 
The par l i h (figure tor can get out, walk aft, pay out the 
3) > and towing rig, hook up and then get back in 
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his truck and drive off. You can't do In addition to that the coxswain just can't 

all that in a boat---besides you have the see what is happening back aft in most 

screws of the boat ready and waiting to boats. Therefore, the back-down approach 

shew up the line if you back down into it. is a "No! No!" and I've xX'd it out in the 
figures. 





a 45° APPROACH 


CROSSING THE “T” 











-— 
| 





PARALLEL APPROACH 











|. FIG 4 





ng ft A. Approaching; B. Passing hawser and hooking up 
the tow (maintaining hawser angle from 090° R to 120° R); C. Commence towing 
sSLowky unth he hawser 4s chear of the water (maintaining hawser angle from 


110° R 3 ); D. Adjusting course, hawser and speed as necessary (main- 
taining hawser angle from 170° R to 190° R). 





One of the first three approaches should 
be selected depending on the circumstances. 
Each of these: 


a. 


Keeps you moving forward during 
maneuver---not backing down; 


Allow the coxswain and crew to 
keep an eye on the line; 


TOWING CHECK LIST 


Headquarters is in the process of publish- 
ing a Towing Check List to be posted on 


boats throughout the Coast Guard. 


issued, 
used to 


Until 
the following Check List can be 
develop your own. 


CHECK LIST 
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Assemble and check-out required 
equipment. 


Establish communications with the 
disabled vessel---determine its 
material condition and the physical 
condition of persons on board. 


Consider existing and forecast 
weather, currents, tidal effects 
and sea state for present position 
and destination of the tow. 


Maintain a navigational plot. 


Determine the relative advantages 
of placing Coast Guardsmen on 
board the disabled vessel and/or 


removal of the persons on board. 
Direct perons on disabled vessel 


to don PFDs. 


Determine the best approach to 

the disabled vessel---brief crew 
and persons on the disabled vessel 
on hook-up and breakaway prece- 
dures. 


If no communications exist, 
vide a portable radio where 
possible. Otherwise establish 
visual or sound signals with 
persons on board the disabled 
vessel. 


pro- 


Insure that the helm of the 
disabled vessel is manned. 


Permits the coxswain to maneuver 
the towing boat into a fore and 
aft alignment after the line has 
been passed, secured to the 
towed vessel and tension has 
brought the towline clear of the 
water or to a proper catenary as 
required. 


When getting underway: Insure 
that there is a proper catenary 
in tow line---keep vessels in 
step---increase speed slowly. 


Set towing watch---observe action 
of tow---select heading or course 
that minimizes strain on gear and 
towed vessel. 


If at night: illuminate tow---dis- 
play proper towing lights. 


Considerations for transiting 
bars or inlets: Determine con- 
ditions---when in doubt, stay 
out---request back-up/escort 
boat---consider removal of persons 
on board the towed boat---advise 
home unit of conditions and plan 
of action---consider use of 
drogue---adjust tow line as 
necessary to keep in step while 
transiting---adjust speed as 
conditions warrant. 





When in protected area: shorten 
tow as necessary for safe navi- 
gation or take in tow alongside. 


When docking towed vessel: Slow 
down to just enough speed to main- 
tain steerage way and be aware of 
set and drift---advise disabled 
vessel of docking plan and/or 
release of towline. 


CAN YOU HELP 


We are soliciting any ideas or suggestions 
you may have for improving the above 

check list. 
contact CWO Alred, FTS 426-1896 or address 
your comments to Commandant (G-OSR-1). 


If you can provide an input 
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TOWING WITH THE 44’ MOTOR 
LIFEBOAT 


Recent reports to COMDT (G-OSR) have re- towing bit and the towed vessel, the line 
vealed that a few 44' MLB crews are faking handler could easily be knocked overboard. 
the towing hawser on top of the "turtle" The proper method of handling the towline 
prior to making up a tow. This procedure is from the well deck, working the line 
has several serious drawbacks, one of off the beam and not over the stern. 

which is that it greatly increases the Working off the beam from the well deck 
chances of fouling the towing hawser in greatly reduces the risk of losing a crew- 
the screws. Another factor to consider man overboard, and also reduces the oppor- 
_is that since working the hawser from the tunity to foul the screws. 

turtle requires a man to be between the 
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